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To determine the overall pollutant burdens generated by on-road vehicles, the estimated VMT 
were multiplied by the specific pollutant’s emission factors, which were based on speed, vehicle 
mix, and analysis year. 

Airport Emissions 

The methodology used to conduct the airport emissions analysis is described in Section 3.3.4.2 of 
the Fresno to Bakersfield Section Final EIR/EIS (Authority and FRA 2014a: page 3.3-16). As 
identified in the Fresno to Bakersfield Section Final EIR/EIS, the Federal Aviation Administration’s 
(FAA’s) Emission and Dispersion Modeling System (EDMS) Version 5.1.3 (FAA 2009) was used 
to estimate airplane emissions. EDMS estimates emissions generated from a specified number of 
landing and take-off cycles. Along with the emissions from the planes themselves, emissions 
generated from associated ground maintenance requirements are included. Average plane 
emissions were calculated based on the profile of aircraft currently servicing the San Francisco to 
Los Angeles corridor. The number of air trips removed because of the HSR was estimated 
through the travel demand modeling analyses conducted for the project.  

Power Plant Emissions 

Section 3.3.4.2 of the Fresno to Bakersfield Section Final EIR/EIS provides a summary of the 
methodology used to conduct the power plant emissions analysis (Authority and FRA 2014a: 
page 3.3-16). As described in the Fresno to Bakersfield Section Final EIR/EIS, the HSR System, 
including the propulsion of the trains and the operations of the stations and maintenance facilities, 
would be powered by the state’s electricity grid. Because no dedicated generating facilities are 
proposed for this project, no source facilities can be identified. Therefore, emission changes from 
power generation were predicted on a statewide level. In addition, because of the state 
requirement that an increasing fraction (33 percent by 2020) of electricity generated for the state’s 
power portfolio must come from renewable energy sources, the emissions generated for the HSR 
System are expected to be lower in the future as compared to emissions estimated for this 
analysis, which are based on the state’s current power portfolio. In addition, the Authority has 
adopted a goal to purchase the HSR System’s power from renewable energy providers. 

3.3.3.3 Local Operational Emission Sources at HSR Station 

Emissions associated with operation of the proposed F-B LGA HSR station would primarily result 
from space heating and facility landscaping, energy consumption for facility lighting, indirect 
emissions associated with water use and solid waste disposal, emergency generator testing, CO 
emissions from vehicle activity at the parking structures and employee and passenger traffic 
(refer to Fresno to Bakersfield Section Final EIR/EIS Section 6.2.3). Emissions from deliveries to 
the HSR stations are considered negligible.  

Emissions of criteria pollutants and GHGs were estimated for operation of the Bakersfield HSR 
station for the design year of 2035. The methodology used to calculate emissions from area and 
stationary sources, indirect electricity, indirect water indirect solid waste, and emergency 
generators are described in Section 3.3.4.3 of the Fresno to Bakersfield Section Final EIR/EIS 
(Authority and FRA 2014a: pages 3.3-16 through 3.3-18). The same methodology was applied to 
calculate these types of emissions for the F-B LGA. 

3.3.3.4 Microscale CO Analysis 

CO hot-spot analyses were conducted to evaluate the potential air quality impacts of the F-B 
LGA-related changes in traffic conditions along heavily traveled roadways, congested 
intersections, primarily due to changes in intersection traffic volumes based on the change of 
location for the proposed train station and parking areas. Methodology for the analysis is 
discussed in Section 3.3.4.4 of the Fresno to Bakersfield Section Final EIR/EIS (Authority and 
FRA 2014a: pages 3.3-18 through 3.3-20).  

CO concentrations were predicted for the existing conditions (2015) and the project’s design year 
(2035). Traffic data for the air quality analysis were derived from traffic counts and other 
information developed as part of an overall traffic analysis for the project. The microscale CO 
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analysis was performed based on data from this analysis for the a.m. and p.m. peak traffic 
periods. These are the periods when maximum traffic volumes occur on local streets and when 
the greatest traffic and air quality effects of the proposed project are expected.  

3.3.3.5 Particulate Matter Hot-Spot Analysis 

Although the HSR portion of the project is subject to the general conformity guidelines and not the 
transportation conformity guidelines, the project vicinity is classified as a nonattainment area for 
PM2.5 and a federal maintenance area for PM10. Therefore, a hot-spot analysis following the 
USEPA’s 2010 Transportation Conformity Guidance for Quantitative Hot-spot Analyses in PM2.5 
and PM10 Nonattainment and Maintenance Areas (USEPA 2010) was conducted for the Fresno to 
Bakersfield Section Final EIR/EIS, which included the May 2014 Project, and for the Fresno to 
Bakersfield Section including the F-B LGA. The analysis focused on potential air quality concerns 
under NEPA from project effects on roads and followed the recommended practice in the 
USEPA’s Final Rule regarding the localized or “hot-spot” analysis of PM2.5 and PM10 (40 Code of 
Federal Regulations [C.F.R.] Part 93). Specific methodology related to the particulate matter hot-
spot analysis is described in Section 3.3.4.5 of the Fresno to Bakersfield Section Final EIR/EIS 
(Authority and FRA 2014a: page 3.3-21). 

3.3.3.6 Mobile Source Air Toxics Analysis 

The methodology for evaluating MSAT is described in Section 3.3.4.6 of the Fresno to Bakersfield 
Section Final EIR/EIS (Authority and FRA 2014a: pages 3.3-21 through 3.3-23). The project has 
low potential for MSAT impacts, because the HSR would use electric multiple unit EMUs trains, 
with the power distributed to each train car via the overhead contact system. Operation of the 
EMUs would not generate combustion emissions; therefore, no toxic emissions would be 
expected from operation of the HSR. Additionally, as with the May 2014 Project, the LGA 
alternative would decrease regional VMT and MSAT emissions compared the existing conditions 
and No Project Alternative, which would reduce the amount of MSATs emitted from highways and 
other roadways in the region. Accordingly, a qualitative analysis was used to provide a basis for 
identifying and comparing the potential differences in MSAT emissions. The qualitative 
assessment is derived, in part, from a study conducted by the Federal Highway Administration 
(FHWA) titled A Methodology for Evaluating Mobile Source Air Toxic Emissions Among 
Transportation Project Alternatives (FHWA 2010). 

3.3.3.7 Asbestos 

Asbestos minerals occur in rocks and soil as the result of natural geologic processes, and are a 
known human carcinogen. Asbestos causes cancers of the lung and the lining of internal organs, 
as well as asbestosis and pleural disease, which inhibit lung function. The USEPA is addressing 
concerns about potential effects of naturally occurring asbestos (NOA) in a number of areas in 
California. The methodology used to determine if NOA would be located within the project vicinity 
was based on a California Department of Conservation, Division of Mines and Geology (CDMG) 
report titled A General Location Guide for Ultramafic Rocks in California Areas More Likely to 
Contain Naturally Occurring Asbestos (CDMG 2000), as described in Section 3.3.4.7 of the 
Fresno to Bakersfield Section Final EIR/EIS (Authority and FRA 2014a: page 3.3-24). 

3.3.3.8 Greenhouse Gas Analysis 

The proposed project would reduce long-distance, city-to-city travel along freeways and highways 
throughout the state, as well as long-distance, city-to-city aircraft take-offs and landings. The 
project would also increase electrical demand throughout the state. These elements would affect 
GHG emissions on both a statewide and regional study area level. The following sections discuss 
the methodology for estimating GHG emissions associated with operation of the project. The 
methodology for estimating GHG emissions associated with construction is included in Section 
3.3.4.10, Construction Phase Analysis, below. 
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were then used to estimate the regional air quality impacts and localized air quality impacts that 
would occur during the construction phase. 

Methodologies and Assumptions 

Construction emissions for the F-B LGA were calculated based on the construction emission 
estimates in the Fresno to Bakersfield Section Final EIR/EIS, with an adjustment factor applied to 
the number of pieces of equipment to reflect the F-B LGA construction schedule. This approach 
was taken as construction activities would be very similar to those identified in the Fresno to 
Bakersfield Final EIR/EIS, with some changes to account for the specific LGA features. 

Section 3.3.4.10 of the Fresno to Bakersfield Section Final EIR/EIS (Authority and FRA 2014a: 
pages 3.3-29 through 3.3-33) further discusses the methodology and assumptions used to 
analyze construction impacts.  

Project information used for the construction emission estimates and details of the construction 
emission calculations are provided in the F-B LGA: Air Quality Technical Report (Authority and 
FRA 2016).  

Construction Activities 

As identified in the Fresno to Bakersfield Section Final EIR/EIS, criteria pollutant and GHG 
emissions from regional building demolition and construction of the at-grade rail segments, 
elevated rail segments, retained-fill rail segments, traction power substations, industrial buildings 
at the heavy maintenance facility (HMF), and HSR stations, including parking garages and 
platform facilities, were calculated using emission factors from CARB’s OFFROAD 2011 and 
2007 models. For emission rates not available in OFFROAD 2011, rates from OFFROAD 2007 
were conservatively applied. The use of emission rates from the OFFROAD models reflects the 
recommendation of CARB to capture the latest off-road construction assumptions. OFFROAD 
2011 default load factors (the ratio of average equipment horsepower utilized to maximum 
equipment horsepower) and useful life parameters were used for emission estimates. Mobile-
source emission burdens from worker vehicle trips and truck trips were calculated using VMT 
estimates and appropriate emission factors from EMFAC2011. Fugitive dust emissions from dirt 
and aggregate handling were calculated using emission factors derived from equations from U.S. 
EPA’s AP-42 (USEPA 2006b). 

Construction exhaust emissions from equipment, fugitive dust emissions from earthmoving 
activities, and emissions from worker vehicle trips, deliveries, and material hauling were calculated 
and compiled in a spreadsheet tool specific to the HSR project for each year of construction.  

The construction of the Fresno to Bakersfield Section, including the F-B LGA, would occur 
between 2014 to 2023. The 2014 start date for the construction air analysis in this section is to 
account for the construction of the entire Fresno to Bakersfield alignment, which began in 2014. 
The construction air analysis includes minor adjustments in quantities due to the F-B LGA 
alternative. The local analysis focuses on just the F-B LGA study area, since portions of the study 
area were not evaluated on a microscale level in the Fresno to Bakersfield Section Final EIR/EIS 
and emission burdens in the previously studied areas are expected to be the same or lower for 
the F-B LGA.  

Section 3.3.4.10 of the Fresno to Bakersfield Section Final EIR/EIS (Authority and FRA 2014a: 
pages 3.3-29 through 3.3-30) further discusses the methodology and assumptions used to 
analyze impacts associated with construction activities.  

Material Hauling 

Emissions from the exhaust of trucks used to haul material (including concrete slabs) to the 
construction site were calculated using the heavy-duty truck emission factors from EMFAC2011 
and anticipated travel distances of haul trucks within the SJVAB. Ballast materials could 
potentially be hauled by rail within the air basin.  

Ballast materials would be potentially transported from locations outside of the SJVAB. For the 
regional emission analysis, emissions from ballast material hauling were calculated using the 
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distance traveled within the SJVAB. Emissions from ballast material hauling by trucks and 
locomotives outside the SJVAB were also estimated based on the travel distances and 
transportation method (by rail or by truck) from the locations where ballast materials would be 
available. Locomotive emission factors using U.S. EPA guidance were used to estimate the rail 
emissions. Other construction materials would likely be delivered from supply facilities within the 
SJVAB. 

Five potential quarries that provide ballast material were identified. Of these, three quarries, 
including Napa Quarry, Lake Herman Quarry, and San Rafael Rock Quarry, were included in the 
evaluation because of their proximity to the project construction site. These three quarries are all 
within 70 miles of the SJVAB border and would have material available for the project 
construction. The Bangor Rock Quarry Site A was included in the evaluation because it is located 
within 100 miles of the SJVAB border. In addition, this quarry would have material available for 
the project needs in quantities that exceed the material quantities available at the closest 
quarries. The other quarry, Kaiser Eagle Mountain Quarry, which is located 350 miles by rail (250 
miles by road) from the border of the SJVAB, was analyzed because the annual production rate 
at this quarry was sufficient to meet construction material requirements. 

The analysis was based on the assumption that ballast would be transferred either by diesel truck 
from the quarry to rail (if there was no rail head onsite) and then by rail to the border of SJVAB, 
entirely by rail to the border of the SJVAB (if there was a rail head onsite), or by diesel truck from 
the quarry to the border of the SJVAB. Emissions could potentially occur in several air basins and 
air districts outside SJVAB. 

Concrete Batch Plants 

Concrete would also be required for construction of bridges used to support the elevated sections 
of the alignment and for construction of the retaining wall used to support the retained-fill sections 
of the alignment. To provide enough concrete onsite, it is estimated that three batch plants would 
operate in the project area during construction of the alignment sections. Because the locations of 
the concrete batch plants are unknown, emissions were estimated based on the total amount of 
concrete required and emission factors from AP-42 Chapter 11.12–Concrete Batching (USEPA 
2006a). Emissions from on-road truck trips associated with transporting material to and from the 
concrete batch plants were included in material-hauling emissions calculations. 

Localized Impacts From Construction 

The construction of the F-B LGA has the potential to exceed or contribute to exceedances of the 
ambient air quality standards and to cause adverse health impacts on nearby sensitive land uses. 
A detailed air dispersion modeling analysis and a health risk assessment were conducted to 
determine whether these impacts would be significant under CEQA. Specific details of the model 
parameters for the localized impacts analyses can be found in the Fresno to Bakersfield Section: 
Air Quality Technical Report (Authority and FRA 2014). 

The U.S. EPA’s AERMOD (version 12345) atmospheric dispersion model was used to simulate 
physical conditions and predict pollutant concentrations at locations near the fence line of 
construction site types. This allowed for an analysis of impacts at specified distances away from 
the boundaries of these prototypical construction sites. Guidance from U.S. EPA, state, and local 
air agencies was followed in conducting the air dispersion analysis. AERMOD is generally applied 
to estimate impacts from simple point-source emissions from stacks, as well as emissions from 
volume and area sources such as onsite mobile diesel equipment. The model accepts actual 
hourly meteorological observations and directly estimates maximum and average concentrations 
for various time periods. 

A prototypical site layout was analyzed to evaluate each construction work area. Pollutant 
concentrations were estimated near the site boundary and in the surrounding area. The modeled 
concentrations were compared with the applicable NAAQS, CAAQS, and health-related 
guidelines to determine the level of impacts. The analysis used available meteorological data 
from the 5-year period from 2005 through 2009, as compiled by the SJVAPCD.  
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Table 3.3-2 General Conformity Thresholds 

Pollutant Federal Attainment Status Threshold Values (tpy)1 

NO2 Attainment N/A 

Ozone precursor (NOX)2 Nonattainment: Extreme 10 

Ozone precursor (VOCs)2 Nonattainment: Extreme 10 

CO3 Maintenance 100 

SOx Attainment N/A 

PM2.5 Nonattainment 100 

PM2.5 precursor (SO2)4 Nonattainment 100 

PM10 Maintenance 100 

Lead No designation N/A 

Sources: SJVAPCD, 2013; USEPA, 2016b 
1 Thresholds from 40 C.F.R. 51 and 93 (USEPA 2008). 
2 Ozone reclassifications were made by the USEPA on May 5, 2010. 
3 Only the urban portions of Fresno County and Kern County are maintenance areas for CO. 
4 SO2 has a GC threshold of 100 tpy. Due to the stringent requirement of using ultra-low-sulfur-content diesel in California, emissions of SO2 

anticipated from the project are expected to be negligible compared to the threshold. 
C.F.R. = Code of Federal Regulations PM2.5 = particulate matter smaller than or equal to 2.5 microns in diameter  
CO = carbon monoxide SJVAPCD = San Joaquin Valley Air Pollution Control District  
GC = general conformity  SO2 = sulfur dioxide 
N/A = not applicable SOx = sulfur oxide 
NO2 = nitrogen dioxide tpy = ton(s) per year 
NOX = nitrogen oxides USEPA = U.S. Environmental Protection Agency 
PM10 = particulate matter smaller than or equal to 10 microns in diameter  VOC = volatile organic compound 
 

Quantitative emission thresholds that can be used to evaluate the significance level of impacts 
have been developed by SJVAPCD and are discussed in the following section. 

Local 

The Fresno to Bakersfield Section Final EIR/EIS summarizes the 2012 GAMAQI (SJVAPCD 
2012), which contains the emissions thresholds used to evaluate the significance of a project’s 
emissions with regard to air quality standards. The GAMAQI was last updated in 2015. If a 
project’s emissions are below the significance thresholds for construction and operational phases, 
the impact would be considered less than significant under CEQA and would not lead to a 
violation of an ambient air quality standard or conflict with an air quality plan. If either the 
construction- or operational-phase emissions are greater than these values, impacts for that 
phase would be considered potentially significant unless localized air-dispersion modeling can 
demonstrate that the emissions would not cause or contribute substantially to an existing or 
projected air quality violation of an ambient air quality standard.  

For nitrogen dioxide (NO2) and sulfur dioxide (SO2), the threshold is the ambient air quality 
standard for each respective pollutant. The increase in pollutant concentration associated with the 
project emissions is added to the background concentration to estimate the ambient air pollutant 
concentration for comparison with the threshold.  

Pre-project concentrations of PM10 and PM2.5 in the SJVAB exceed their respective ambient air 
quality standards. Therefore, SJVAPCD recommends comparing the incremental increase in 
PM10 concentrations to the applicable significant impact level (SIL) for PM10. For construction, the 
SJVAPCD-recommended SILs are 10.4 micrograms per cubic meter (µg/m

3
) for the 24-hour 

average concentration and 2.08 µg/m
3
 for the annual average concentration. SJVAPCD currently 

recommends that these SILs be used to evaluate construction PM10 emissions (SJVAPCD 
2015a). For operations, the SJVAPCD-recommended SILs are 5 µg/m

3
 for the 24-hour average 

concentration and 1 µg/m
3
 for the annual average concentration. These operational SILs are 

used to evaluate operational PM10 and PM2.5 emissions. Therefore, an incremental increase that 
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Title Status 

8-hour O3 Attainment Plan On May 5, 2010, the USEPA reclassified the 8-hour O3 nonattainment status of San 
Joaquin Valley from “serious” to “extreme.” The reclassification requires the state to 
incorporate more stringent requirements, such as lower permitting thresholds and 
implementing reasonably available control technologies at more sources.1 The 2007 
Ozone Plan contained a comprehensive and exhaustive list of regulatory and 
incentive-based measures to reduce emissions of O3 and particulate matter 
precursors throughout the San Joaquin Valley. On December 18, 2007, the 
SJVAPCD Governing Board adopted the plan with an amendment to extend the rule 
adoption schedule for organic waste operations. On January 8, 2009, the USEPA 
found that the motor vehicle budgets for the years 2008, 2020, and 2030 from the 
2007 8-hour Ozone Plan were not adequate for transportation conformity purposes.2 

PM10 Maintenance Plan On September 25, 2008, the USEPA redesignated the San Joaquin Valley to 
attainment for the PM10 NAAQS and approved the 2007 PM10 Maintenance Plan.3 

PM2.5 Attainment Plan The 2015 Plan for the 1997 PM2.5 Standard, approved by the District Governing 
Board on April 16, 2015, will bring the San Joaquin Valley into attainment of the 
USEPA’s 1997 PM2.5 standard as expeditiously as practicable, but no later than 
December 31, 2020.4 The plan provides measures designed to reduce emissions 
such that the valley will attain the federal standards as soon as possible.  

CO Maintenance Plan On July 22, 2004, CARB approved an update to the State Implementation Plan that 
shows how 10 areas, including the SJVAB, will maintain the CO standard through 
2018. On November 30, 2005, the USEPA approved and promulgated the 
implementation plans and designation of areas for air quality purposes.5 

Sources: 1 San Joaquin Valley Air Pollution Control District (2004) 
 2 San Joaquin Valley Air Pollution Control District (2007a) 
 3 San Joaquin Valley Air Pollution Control District (2007b) 
 4 San Joaquin Valley Air Pollution Control District (2015b) 
 5 California Air Resources Board 2004 
CARB = California Air Resources Board 
CO = carbon monoxide 
NAAQS = National Ambient Air Quality Standards 

O3 = ozone 

PM10 = particulate matter smaller than or equal to 10 microns in diameter 

PM2.5 = particulate matter smaller than or equal to 2.5 microns in diameter 
SJVAB = San Joaquin Valley Air Basin 
SJVAPCD = San Joaquin Valley Air Pollution Control District 
USEPA = U.S. Environmental Protection Agency 

Transportation Plans and Programs  

Regional Transportation Planning Agencies and Metropolitan Planning Organizations within the 
SJVAB and the study area (for the F-B LGA, the Kern Council of Governments) are responsible 
for preparing Regional Transportation Plans (RTP). RTPs address a region’s transportation goals, 
objectives, and policies for the next 20 to 25 years, and identify the actions necessary to achieve 
those goals. Metropolitan Planning Organizations prepare Transportation Improvement 
Programs, which are five-year programs of proposed projects that incrementally develop the RTP 
and contain a listing of proposed transportation projects committed for funding. Transportation 
conformity projects are analyzed for air quality conformity with the State Implementation Plan as 
components of RTPs and Transportation Improvement Programs. 

The RTP/Sustainable Communities Strategy (SCS) establishes a set of regional transportation 
goals, policies, and actions intended to guide development of the planned multimodal 
transportation systems in Kern County. The RTP focuses on new efforts to achieve and maintain 
federal air quality standards and, in doing so, will make significant progress toward state climate 
change goals. The RTP also includes measures to reduce emissions of PM2.5 to achieve 
attainment plan goals. The SCS is intended to reduce GHG emissions from passenger vehicles 
and light-duty trucks by 5 percent per capita by 2020 and 10 percent per capita by 2035, as 
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lead-based paint exposure would be less than significant under CEQA. Kern County is 
designated by the CDMG as an area likely to contain NOA. However, the specific locations of the 
counties where project construction would occur are in areas designated not likely to contain 
NOA (CDMG 2000). Therefore, NOA would not likely be disturbed during construction. 

Buildings in the study area might be contaminated with residual lead, which was used as a 
pigment and drying agent in oil-based paint until the Lead-Based Paint Poisoning Prevention Act 
of 1971 prohibited such use. If encountered during structure demolitions and relocations, lead-
based paint and asbestos will be handled and disposed of in accordance with applicable 
standards. Section 3.10, Hazardous Materials and Wastes, discusses potential issues concerning 
lead-based paint during project construction. 

The Authority requires its Design Build contractors to prepare Health and Safety Plans for their 
projects. The Tutor Perini, Zachry, Parsons Joint Venture submitted a Health and Safety Plan in 
February 2014. The Plan includes Best Management Practices required to minimize human 
exposure to asbestos-containing materials. The contracts for Fresno to Bakersfield Section 
Construction Packages 2, 3, and 4 have the same requirements for a Health and Safety Plan. 
The Health and Safety Plans are referenced and discussed in Section 3.10, Hazardous Materials 
and Wastes, and Section 3.11, Safety and Security, of this Draft Supplemental EIR/EIS.  

Impact AQ #6—Localized Air Quality Impacts During Guideway/Alignment Construction 

Construction emissions have the potential to cause elevated criteria pollutant concentrations. 
These elevated concentrations may cause or contribute to exceedances of the NAAQS and 
CAAQS, which are established concentrations of criteria pollutants that provide public health 
protection. Sensitive receptors (such as schools, residences, and health-care facilities) are 
located near the construction areas in Bakersfield. During construction, sensitive receptors would 
be exposed to increased concentrations of TACs, such as diesel particulate matter, which may 
present cancer risks. According to the California Office of Environmental Health Hazard 
Assessment (OEHHA) guidance, cancer risk is defined as the predicted risk of cancer (unitless) 
over a lifetime based on a long-term (70-year) continuous exposure, and is usually expressed as 
chances per million persons exposed (OEHHA 2015).  

The construction emissions associated with the guideway/alignment construction includes several 
different phases such as mobilization, demolition, earth moving, land clearing, track construction 
at grade and elevated structures. These emissions were modeled for the May 2014 Project using 
USEPA’s AERMOD atmospheric dispersion model to predict pollutant concentrations at locations 
near the construction of the guideway/alignment. Meteorological data from the Fresno County 
Airport was used since the SJVAPCD Air Dispersion Modeling Guidance indicates that this 
station has the most conservative wind speeds for the air district (SJVAPCD 2007c). Since it is 
not practical to model the entire 114-mile HSR segment, a 2-mile section of track was modeled as 
this was determined to be an appropriate segment length to represent a reasonable work area, 
and emissions from further away are unlikely to have any appreciable impact to local sensitive 
receptors. The increase in pollutant concentration associated with the project emissions is added 
to the background concentration to estimate the ambient air pollutant concentration for 
comparison to the applicable NAAQS and CAAQS. The modeled diesel particulate matter (DPM) 
concentrations were used to determine the exposure dose and associated health impact following 
OEHHA guidance for health risk assessments. Specific details of the air dispersion modeling and 
health risk assessment are found in Appendix H of the Fresno to Bakersfield Section: Air Quality 
Technical Report.  

The modeling for the May 2014 Project informs the conclusions about construction activities 
associated with the F-B LGA because construction air emissions are largely a function of 
alignment length. The Fresno to Bakersfield Section Final EIR/EIS included calculations of the 
emissions for the 114 miles associated with the May 2014 Project. The construction air quality 
emission values referenced in Table 3.3-9 represent emission calculations for the entire 114-mile-
long Fresno to Bakersfield Section with the F-B LGA. Emissions presented include emissions 
from all construction phases of the HSR and the regional roadway realignment. 
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the F-B LGA are estimated to generate 7 tons per year of particulate emissions for the at-grade 
and elevated alignments for each Fresno to Bakersfield Section alternative. It is anticipated that 
the same number and distribution of concrete batch plans is needed for the Fresno to Bakersfield 
Section regardless of whether the May 2014 Project or the F-B LGA would be implemented. The 
concrete generated would include concrete for the elevated structures (elevated rail) and 
retaining wall (retained-fill rail). The concrete batch plants would be located along the alignment. 
According to Cal-EPA and CARB’s Air Quality and Land Use Handbook: A Community Health 
Perspective (Cal-EPA and CARB 2005), emission impacts at receptors would be greatly reduced 
by locating a facility 1,000 feet from sensitive receptors. The air dispersion modeling and health 
risk analysis for fugitive dust emissions and their associated TAC constituents indicated that 
excess cancer risks and noncancer health impacts would not exceed the applicable thresholds, 
but emissions may contribute to further exacerbation of exceedances of PM10 and PM2.5 
standards. After mitigation, emissions would not substantially contribute to further exceedances of 
PM10 and PM2.5 standards (AQ-MM#3). 

Based on the air dispersion modeling conducted for the concrete batch plants associated with the 
HSR project, the localized air quality impacts from concrete batch plants would be significant 
under CEQA to sensitive receptors within 1,000 feet of the batch plant. Mitigation measure AQ-
MM# 3 would reduce the localized air impact to sensitive receptors to a less than significant level 
by ensuring concrete batch plants are sited at least 1,000 feet from sensitive receptors. AQ-
MM#3 would also require the utilization of typical control measures to reduce fugitive dust, which 
would reduce the PM10 and PM2.5 concentrations as they relate to the NAAQS and CAAQS, to a 
less than significant level under CEQA.  

Impact AQ #9—Localized Air Quality Impacts from MOIF  

Construction Air emissions associated with construction of the MOIF would be small relative to 
the quantity of emissions from construction of the alignment/guideway. Emissions from MOIF 
construction would be located in one area. TACs, mostly DPM exhaust from construction 
equipment, and criteria pollutants would be emitted during construction of the MOIF. 

Impacts of construction of the MOIF would be localized; therefore, potential exposure to DPM 
was evaluated for areas adjacent to the construction site. The majority of the construction 
emissions would be DPM from diesel construction equipment used for mass site grading, building 
construction, and the HMF guideway construction. The main health risk concerns of DPM are 
cancer and chronic risks. Cancer risk from exposure to carcinogens is typically evaluated based 
on a long-term (70-year) continuous exposure, and chronic risks are also typically evaluated for 
long-term exposure. The period of construction for the MOIF would be approximately 20 months. 
This short period and level of exposure is not expected to increase the cancer risk to sensitive 
receptors in the vicinity of the MOIF construction area. The concentration increase of criteria air 
pollutants associated with construction of the MOIF would not exceed the applicable thresholds. 
The incremental increase in cancer risk associated with the DPM emissions from construction 
equipment would be less than the applicable threshold of 10 in a million. 

Under CEQA, the local impact of the MOIF construction would be less than significant because 
sensitive receptors are not expected to be exposed to long-term DPM emissions during MOIF 
construction that would cause significant cancer or non-cancer health risks. 

Project Operation Impacts 

Common Air Quality Impacts 

Common benefits to regional air quality would come from a reduction in VMT and airplane 
emissions, which would reduce criteria pollutants, MSAT, and GHG emissions. 

Additionally, the project would have the common benefit of meeting a GHG reduction measure 
identified in the AB 32 scoping plan. Common air quality impacts that are applicable to the May 
2014 Project and the F-B LGA are discussed on page 3.3-57 of the Fresno to Bakersfield Section 
Final EIR/EIS. 
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execution of the VERA by the Authority and the SJVAPCD was given concurrently with the final 
approval of the GC determination. The SJVAPCD has stated that it is certain there are enough 
emission-reduction projects within its air basin to fully offset the project’s NOX and VOC 
exceedances.

 

 

Since the modifications to the Fresno to Bakersfield Section associated with F-B LGA result in 
slightly lower construction emissions compared to those from the Fresno to Bakersfield Section 
with the May 2014 Project, the final GC determination is still valid and no reevaluation of the 
Fresno to Bakersfield Section for the F-B LGA is required.  

As with the Fresno to Bakersfield Section with the May 2014 Project alignment, the offsets will be 
accomplished through a VERA among the Authority the project proponent, and the SJVAPCD. 
The requirement for the VERA would be imposed on the project through implementation of 
Measure AQ-MM#4. 

3.3.6.2 Transportation Conformity 

Transportation conformity is an analytical process required for all federally funded highway and 
transit transportation projects, but it does not apply to this project. Under the 1990 CAA 
Amendments, the U.S. Department of Transportation cannot fund, authorize, or approve federal 
highway and transit actions that are not first found to conform to the State Implementation Plan 
for achieving the goals of the CAA requirements. Transportation conformity with the CAA takes 
place at both the regional level and the project level. 

As discussed in Section 3.3.7.2 of the Fresno to Bakersfield Section Final EIR/EIS (page 3.3-85), 
the Fresno to Bakersfield Section of the HSR project, including the F-B LGA, is not subject to the 
transportation conformity rule. However, if the project requires future actions that meet the 
definition of a project element subject to transportation conformity, additional determinations and 
associated analysis will be completed as may be required. 

3.3.7 Impact Avoidance and Minimization Measures 

The Authority and FRA have considered avoidance and minimization measures. Measures 
considered to be part of the project are summarized in Section 3.3.8 of the Fresno to Bakersfield 
Section Final EIR/EIS (Authority and FRA 2014a: pages 3.3-85 and 3.3-86). The applicable list is 
provided in Technical Appendix 2-G, Mitigation Monitoring and Enforcement Plan. Technical 
Appendix 2-H describes how implementation of these measures reduces adverse effects on air 
quality. The following Avoidance and Minimization Measures would be applicable to the May 
2014 Project as well as the F-B LGA:  

 AQ-AM #1 Truck Equipment: Covering and washing of trucks and construction equipment 
to reduce fugitive dust.  

 AQ-AM #2 Fugitive Dust Emissions: Best management practices implemented to reduce 
fugitive dust emissions.  

 AQ-AM #3 Trackouts: Implementation of entrance/exit trackouts that result in vibration and 
removal of dirt and dust on trucks and construction equipment so as to not track out onto 
public roadways.  

 AQ-AM #4 Material Selection: Low or super-compliant VOC (clean air) paints, coatings, and 
industrial coatings that meet the regulatory limits in South Coast Air Quality Management 
District Rule 1113 will be used.  

3.3.8 Mitigation Measures 

3.3.8.1 Mitigation Measures identified in the Fresno to Bakersfield Section 
Final EIR/EIS 

Operation of the HSR project would, in general, improve air quality because of the reduction in 
regional emissions. Construction of the project, however, would temporarily increase regional 
emissions and possibly cause or exacerbate an exceedance of an air quality standard. As such, 
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